CHAPTER 1. INTRODUCTION
Transportation history is one of the more underrated studies in the field of history.
Americans take for granted that there will be good quality roads taking them wherever they want to go. In the early 20 th century when automobiles first came to Iowa, roads-as we know them-were nonexistent. There was no pavement, there were no street signs, and if it rained, the driver of one of these early American automobiles quickly became the walker.
Through agricultural need to move the harvest to grain elevators and public unrest about the isolated nature of farm communities, in 1904 Iowa established a commission to address the challenges of roads in a largely rural state. This coincided with the larger movement that led to the formation of the U.S. highway system.
Fortunately for Iowa, one of the most influential highways in the United States bisected the state from east to west. U.S 30, the so-called Lincoln Highway, began at Times Square in New York City, ferried across to New Jersey, went all the way to Oakland, California and ferried across to San Francisco. America's "road" and the resulting traffic offered economic opportunities to its small towns. Unfortunately for some of small town Iowa, economic opportunities faded away, due to the same transportation ideologies that had once created them. The Lincoln Highway ran through towns and cities in Iowa, and traffic slowed as the road moved from countryside to town and city, to stop signs and traffic lights.
Through traffic wanted to move faster and with fewer interruptions, yet businesses in these towns and cities relied on this moving feast of vehicles and the people in them for their economic vitality. It is this intriguing paradox, and the notion that a highway bypass can completely transform a town that are the underlying topics of this study.
This study examines "small town Iowa" and uses Jefferson, Iowa as a case study of a town that once economically thrived and then suffered economic loss when the Iowa Highway Lucas, approved legislation to create the first state road to run from the Mississippi River in the east to the Des Moines River roughly in mid-territory. 1 That same year, the territorial legislature approved the electing of three commissioners to levy taxes from local businesses to pay for the new road. Over the next twenty years, Iowa built many roads under this new act, and in 1860, fourteen years after Iowa joined the Union, the legislature granted county commissioners the legal power to oversee construction and maintenance of roads in their particular jurisdictions. Unfortunately, these separate governing bodies responsible for road maintenance in the various jurisdictions created inconsistency among road maintenance and quality.
Motor vehicles had yet to appear on Iowa roads near the turn of the century; there were only horse, mule and oxen-powered wagons, spring wagons, and buggies. 2 These wagons often provided transported food from local farms, and farmers relied heavily on wellmaintained roads to move their goods from farm to market. A study published in the Iowa State Register in January of 1883 expressed great concerns for poor road conditions around the state. The article stated that farmers suffered economic losses due to poor roads, paradox on Iowa's poor road laws, the resulting lack of consistent standards, and the reality that each county had to maintain its own roads on its own resources.
During the late nineteenth century, the U.S. government did not mandate road standards, and few states had laws to bring uniformity to road quality. Many roads not immediately in an urban environment had deep ruts and were not suitable for travel in inclement weather. Bicyclists-not farmers-prompted road improvements at the federal level. In 1880, disgruntled cyclists formed a new interest group, The League of American Wheelmen (LAW), which lobbied for development of roads more suitable for riding. 4 A member of LAW proposed legislation to create a national highway commission in 1892 and created the National League for Good Roads to promote the bill. 5 Although the highway commission bill failed, Congress appropriated $10,000 for the Department of Agriculture to study major issues in road construction and maintenance. 6 The plan created a new agency, the Office of Road Inquiry, charged with addressing national problems of road quality and proposing solutions to improve access and conditions of travel. 1.
To devise and adopt plans and systems of highway construction and maintenance…and conduct demonstration in such highway construction… for the instruction of county supervisors, township trustees, superintendents, students of the college and others.
2.
To provide information and instruction to county supervisors, and other highway officers; answer inquiries and advise such supervisors and officers on questions pertaining to highway improvements, construction and maintenance, and provide public demonstrations of road construction free of charge.
3.
To create advisory rules and regulations for the repair and maintenance of highways.
8 Iowa Roads, pp. 8, 11.
4.
To keep a record of all the important operations of the highway commission, and report same to the governor at the close of each fiscal year. Fisher also believed private citizens would be interested in donating to the fund, so he and his 20 Henry Ford's Model T was a revolutionary vehicle that transformed driving from a wealthy activity to something many people could afford to do. Not only was the vehicle revolutionary, but so too was the production method; Ford pioneered the assembly line, which also changed the way consumer goods were manufactured. Ford referred to his Model T by stating the greatest automotive need was "a light, low-priced car with an up-to-date engine of ample horse power, and built of the very best material". MacDonald, said the Lincoln Highway represented an exciting modern development, "the first outlet for the road building energies of this community".
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The LHA had popular support and also actively pursued federal funds to build and maintain roads. 33 In 1916, 25 years after federal road funding was first introduced, the Federal Aid Road Act was passed, which provided federal funding toward road construction and maintenance. The bill appropriated $75,000,000 to be divided up among states over a period of five years, with Iowa receiving $146,000 per year. 34 The new bill delegated construction and maintenance of highways to the states, subject only to federal inspections.
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The 1919 Primary Road Act replaced the previous legislation of 1917 and included 6,500 miles of Iowa "primary" road in the bill. The bill sought to begin hard surfacing ("paving" or Jefferson residents were right to worry about their local economy. A week after traffic was rerouted out of downtown, the Jefferson Bee reported business owners "feeling pretty blue," 67 and rightfully so: Before the highway was relocated, Lincoln Way through Jefferson carried average daily traffic of 5,000 motor vehicles in 1958. 68 The following year, after the bypass opened, average daily traffic dropped to less than half-only 2100 motor vehicles.
Traffic volume dropped steadily, and by 1962, studies showed average daily traffic of only 1,800 motor vehicles passing through town, with the difference using the bypass to speed their way around Jefferson. Jefferson's transportation economy suffered, as was expected. Affected businesses included service stations (fuel stations; auto repair shops; and parts and accessory stores) and cafés (food and non-alcoholic beverages). Data from a report by the IHC showed a staggering decline in the amount of money funneled into Jefferson's local economy after the relocation of the highway, as critics had anticipated. Service stations had formerly been accessible pull-off stops, convenient for long-distance travelers who used to pass through the center of town. Brothers merged to create Tri-County Lumbermart. The "new, modern plant" would be designed to handle more building materials for the expanded market. One business partner claimed that the "consolidation will bring reduced overhead, increased buying power and streamlined operation, which will make possible new services and lower prices for building material purchasers in the area which the company will serve." Relocation, p. 19. 87 In addition to these other facts and figures, it was reported that the Ralston co-op (located about 10 miles west of Jefferson in Ralston) would relocate to land near new U.S. 30. The plan would be to build a $500,000 storage facility; to put that in perspective, a new motelfeaturing advanced technology, 100-occupant capacity, and swimming pool-cost $200,000. On balance, experts concluded, the new bypass had significantly improved traffic flow, safety, and efficiency in Jefferson. Yet the sudden shift in traffic patterns had caused economic chaos; while some business owners adjusted and even gained by taking advantage of the new highway route, others struggled or failed. While Jefferson's local economy as a whole did not suffer dramatic consequences, its travel economy crumbled. It was those negative consequences that aroused public concern.
As the Iowa Highway Commission began to discuss the construction of bypasses in a number of other towns, critics again warned that the changes would destroy local economies.
In 1959 Marshalltown and just east of the newly-created Jefferson bypass); towns were believed by experts to be either "a welcome relief to the day's drive, or an interruption to a planned travel schedule". 93 During the 1920s, towns were considered a welcome relief, but in the 1950s, towns quickly became an interruption to planned travel. In promoting the rerouting of traffic away from small towns, Iowa highway experts followed a key assumption that the nature of long-distance travel in the United States had changed. They believed that by the late 1950s, the novelty of pleasure driving had run its course, and motorists preferred speed to leisure.
Fewer travelers felt inclined to stop at local cafés and enjoy experiencing small-town Iowa; more drivers simply wanted to get from point A to point B without the hassle of slower speeds, windy roads, and traffic congestion.
In its 1960 film, the Iowa Highway Commission claimed that modernizing the current U.S. 30 would be an "impractical expenditure" for taxpayers. 94 Rather than trying to update outdated roads, the experts said that the only feasible solution would be to build many more new roads on undeveloped land, with wider lanes and safer, straighter routes. The film acknowledged townspeople's concern that rerouting could undermine their economic well being, but suggested that good highway design could easily avoid any problems. Experts promised that building an arterial highway on the outskirts of town would fix any safety and efficiency problems and still leave access to the town's center. 95 Yet many in Jefferson felt that the reality was more complex; long-distance motorists hesitated to interrupt their journey to drive into the slow-moving center of an unfamiliar town, inevitably taking traffic away from established businesses. Despite drastic changes made to Iowa roads from the late 19 th century through the 1950s, the goals have remained relatively the same; create driver-friendly roads that are safe and convenient. The IHC was formed to study the Iowa's road problem, which was harming the local agricultural economy due to poor road conditions. Then the transportation innovator, Carl Fisher, thought of a way to interconnect people with series of roads, which inconveniencing a local farmer. Though the U.S. 30 bypass was a relative slight change on a map, the drastic changes that it brought would forever change small town Iowa.
versus stopping for frequent trains. 115 Despite the historic district containing a small portion of the old Lincoln Highway, and the advent of a major road change, the 1958 U.S. 30 bypass was not acknowledged by Mayor Berry or the City of Jefferson in their literature. This comes, however, as no surprise, as highlighting business loss and public outcry is not effective when promoting a town. Additionally, the Iowa Highway 4 overpass is not detrimental to businesses like the U.S. 30 bypass was, but rather the overpass will most likely aid local businesses, in that it will expedite and make traveling through Jefferson safe by eliminating the railroad crossing. This notion of safety and convenience is once again, reminiscent of early road transportation history.
Few people probably remember the hardships initiated by the U.S. 30 bypass fiftythree years ago. While it may seem deep in the past, a simple bypass has a greater impact on small towns versus larger metropolises because a small town's resident is completely dependent upon on the town for their livelihood. Change echoes louder for small communities like Jefferson, but like most small mid-western towns, people come together, support one another, and make do.
